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THE DEVELOPMENT AND TESTING 
ROLLS- ROYCE SILVER SHADOW 


The following article was provided by Rolls-Royce Motors Ltd., 
having not been previously published. Written in 1971 to mark the pro- 
duction of the 10,000th Shadow, we now publish it to mark the model’s 
10th birthday which slipped by in October 1975. As at the end of 
February, 1976, the factory had delivered 20,900 Silver Shadow cars 


OF THE 


and their derivatives. 


Never before in the history of Rolls-Royce 
motor cars has a model attained and passed a 
production milestone of 10,000 motor cars with- 
out major engineering or styling changes. But 
this is the achievement of the Rolls-Royce Silver 
Shadow and its derivatives marked on December 
15th 1971 by the delivery of the 10,000th car 
a Corniche convertible - to an Australian cust- 
omer. 

The story of the Silver Shadow, now recognis- 
ed as one of the most successful Rolls-Royce 
models ever introduced, began in the mid 1950’s. 
The Silver Cluod and its Bentley S Series stable- 
mate had been announced in the autumn of 1955 
and although these motor cars were endowed with 
a remarkably elegant new body, the engineering 
underneath represented a logical development and 
refinement of what had gone before. Nobody 
could claim that it broke any really new ground. 
But once it had been put into production, the 
Rolls-Royce Motor Car Division project engineers 
started work on some concepts which, for their 
time were remarkably radical and very advanced. 

It is, of course, no mean challenge tc design 
yet another “best car in the world.” The gestation 
period can be as long as ten years and then the 
car will almost certainly be in production for a 
similar length of time. It is therefore important 
that in twenty years from the time of the first 
project studies, the design must still be compet- 
itive in terms of technical specification and styl- 
ing. Obviously the whims of passing fashion in 


stylng must be resisted, but a new model can 
reasonably be expected to improve on the current 
one under such headings a comfort, performance, 
silence, handling, air conditioning and if it be 
possible, refinement. 

Initial design work began on the basis of a 
brief specification which, although issued by the 
chief engineer, would have its origins in de- 
tailed boardroom discussion in which, for example, 
the senior executives responsible for marketing 
would play a major part. 

What was written into that early specificat- 
ion? Firstly, it was decided to aim for a car more 
compact overall but offering more space for 
passengers and luggage. Then, in order to meet 
this basic requirement, it was virtually essential 
to design a car with monocoque construction for 
by discarding the separate body and chassis, the 
car could be made lighter (by about 150 lbs it 
transpired), lower, more rigid, roomier and easier 
to get in and out of. Development of independent 
rear suspension (irs) layouts had reached the 
point where irs could be incorporated for the 
advantages it offered in terms of ride comfort 
and road holding, and a softer suspension with 
large 8 in. wheel movements was decided upon. 
A problem with soft springs is the big change in 
trim arising from changes in load, and in order 
to overcome this a levelling system was to be de- 
signed for we in conjunction with the air springs 
originally specified because of their promise to give 
the suspension characteristis desired. Disc brakes 
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Our first Camargue, JRH 21866, with Melbourne member Ross Shepherd 
at the wheel. 


had also been the subject of a great deal of 
engineering effort, so these too were included in 
the specification together with a duplicated power 
hydraulic operating system pressurised to 2,000 
Ibs/sq. in., which enabled the traditional mechan- 
ical servo to be given a well earned retirement. 

The question of a power unit did not need 
much thinking about as a new 6.23 litre al- 
uminium V8 engine was then at an advanced 
state of development for the Silver Cloud, and 
obviously was going to be eminently suitable for 
any succeeding model. 

At the earliest stage, the stylists produced 
preliminary drawings followed by clay models. A 
quarter scale model was tested in a wind-tunnel 
for a preliminary assessment of aerodynamic 
drag before a full size mock-up was built for 
viewing by the directors. Rolls-Royce has always 
placed great emphasis on producing practical 
cars so a second full scale model was built 
specifically to check internal dimensions, access 
through door apertures, seating arrangements and 
general convenience of internal layout: 


Patrick Kane-White taok this photo of a Shadow engine during a visit 
to Crew. 


Once everything had been agreed, it was 
possible to proceed with the detail design of 
engine, chassis and body components and even- 
tually all the individual fittings. The drawings 
were issued to the Experimental Department so 
that prototype cars could be built. 

A prototype is built by hand. It is a lengthy 
business and so it was convenient to carry out 
much preliminary development work on new 
components in existing cars. An S Series Bentley, 
for example, was fitted with the new powered 
hydraulic disc brakes so that experience could be 
built up ahead of the prototype programme. There 
was also a great deal of rig testing of various 
parts and systems. 

In order to enable parallel development of 

such things as engine, steering, suspension, brakes 
and transmission to proceed, a number of proto- 
types were built after the first had run in mid- 
1957 and an intensive test programme got under 
way. 
In general, testing can be divided between 
that carried out on the road and that performed 
in complete cars or their components in the Ex- 
perimental Department. 
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The behaviour of the car on the road is 
obviously the thing that matters most in the end, 
and development testing was undertaken by a 
team of highly skilled test drivers as well as the 
development engineers themselves. All aspects of 
the cars’ performance were studied and as prob- 
lems were identified, cures were introduced which 
themselves had to be tested just as rigorously. 

The other important objective of road test- 
ing is to determine the ultimate life of in- 
dividual components. Rolls-Royce motor cars are 
expected to give at least 100,000 miles without 
major attention and this is the length of the 
endurance test which individual prototypes under- 
go, Endurance running was done in France. 

Rig testing is a convenient way of investigat- 
ing components in the shop. By subjecting them 
to cyclic tests under overload conditions, it is 
possible to gain a great deal of useful data in 
days rather than the months it would take on the 
road. Many rigs were devised to test the new 
parts. One was built to enable the endurance 
testing of door locks and their associated link- 
ages to be carried out - the pass mark is 100,000 
slams after which the lock must still function 
satisfactorily. Other rigs tested the sub-frame 
mounts and the hydraulic systems. The hydraulic 
flexible hoses were proved by a whip test under 
3,000 lb/sq. in., pressure and a temperature of 
30°C. A pass mark of 50,000 cycles was set for 
the rig testing of the electric gear change mech- 
anism and gear selector switch. All switches, 
lamps, relays and electrical circuits are endurance 
tested on rigs in the electrical laboraotry. 

Other important tests were carried out on 
the bump rig. This is a test facility first devised 
by Sir Henry Royce and is still thought to be 
unique to Rolls-Royce Motors. It comprises a pair 
of 4 ft. diameter drums, the tops of which are 
level with the floor so that the front or rear 
wheels of a car can be run on them. The drums 
can be driven by an electric motor or they can be 
coupled to a dynamometer so that the car can be 
tested under power. Cams of various heights can 
be bolted to the surface of the drums to represent 
road bumps for studying the behaviour of suspen- 
sion systems, the performance of engine and sub- 
frame mounts, and shake in general. The proto- 
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you could get picnic tables 


Before the safety people got at them, 
in a Shadow. 


type car tested had to complete 300 hours on 2 in. 
cams and 20 hours on 3 in. cams followed by a 
drop test in which the front of the car is dropped 
from a height of about 5 feet. The drop test 
subjects the car to a 4.5 g loading which is about 
50% in excess of what might be expected when 
hitting a deep pot-hole at high speed. 

In the development of the prototype, a great 
deal of testing was carried out at the Motor In- 
dustries Research Association test establishment 
in Warwickshire. There, sections of special and 
very rough road provide severe tests for the 
suspension system, a water splash tests the ability 
to brakes to cope with flooding as well as showing 
up faults in body sealing and ignition system 
waterproofing, and a dust tunnel enables dust 
sealing to be checked. On the banked high speed 
track, speeds in excess of 100 m.p.h. can be sefely 
used for brake testing and the study of cooling 
or high speed performance. 


The lower line of the Shadow dictated a smaller radiator shell. The 
size finished up co-incidentally very simular to the 1904 Royce. 


Power units are, of course, as intensively 
developed as the chassis and they too can take at 
least five years to move from drawing board to 
production. The V8 engine specified for the proto- 
type Silver Shadow (the same engine as that 
introduced on the Rolls-Royce Silver Cloud II in 
1959 and which also powered the later Silver 
Cloud Ill) had completed 12,000 hours on the 
test bed and 350,000 miles on the road before 
being released for production. One of the most 
impressive tests was 400 hours running at full 
throttle at the end of which the power output of 
the engine was stiil within production tolerances 
and the overall condition excellent. 

As development proceeded, it was inevitable 
that many of the initial ideas would be changed 
or modified in the light of experience. Air springs 
were one such casualty. They were found in 
practice to be not without some disadvantages 
and by 1959 work was in hand to introduce con- 
ventional ste¢] coil springs and a powered hydrau- 
lic levelling system. Another feature added during 
the first phases of prototype testing was a third 
hydraulic circuit for the brakes. The dual power- 
ed hydraulic circuits worked extremely well, but 
if the car was left to stand for a long time the 
the pressure accumulator would empty. The in- 
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corporation of a conventional master cylinder and 
a third manual line to the rear brakes ensured 
that some braking was always available and in- 
troduced a normal “feel” to the brake pedal. 

By the early 1960’s the Silver Cloud series 
was passing through the last mutation in its dist- 
inguished career and the time had come to ‘freeze’ 
the design of the motor car which would replace 
it. The sort of decisions involved are little short 
of critical for a company producing cars on a 
relatively small scale — the cost of testing a new 
body alone is such that any error of judgement 
would be almost devastatingly expensive. But the 
situation was quite clear. Experience with the var- 
ious prototypes showed that the engineers had 
achieved very high shandards of ride, comfort and 
handling, as ‘packages’ the new car made much 
more efficient use of space than its predecessor. 
There was no doubt at all that the concept was 
right, and the major tasks remaining were to 
re-design parts as necessary to make them suit- 
able for production and to order all the tooling 
and material required to establish the production 
line. Meanwhile, development work in the de- 
finitive car proceeded without a break to make 
sure it was absolutely right. 

The first production Silver Shadow and its 
Bentley counterpart reached the build line in the 
summer of 1965 and the new models were an- 
nounced in the following October. By this time, 
each and every one of the 8,000 different parts 
making up the total of 80,000 or so which went 
to build every car had been subjected to the same 
thorough testing. 


Crash Testing. 
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Unceasing product development has ensured 
that Rolls-Royce Motors engineers have continued 
to devote considerable effort to the further im- 
provement of an already excellent motor car. In 
addition there have been more major programmes 
requiring the same degree of engineering attent- 
ion as the original prototypes. The 2 door saloon 
with coachwork by H. J. Mulliner, Park Ward 
was introduced in 1966, the same coachbuilder’s 
convertible in 1967, the long wheelbase saloon in 
1969, and the Corniche models in 1971. The results 
of the now continuous development work under- 
taken to meet United States Federal Safety 
standards were first applied to all cars in 1969. 
A larger 6750 cc engine became standard in 1970. 

To compare the 10,000th motor car, delivered 
6 years 3 months after the first, with the original 
Silver Shadow will exemplify the process of 
evolution which takes place. It has the larger 
engine (and being a Corniche, a 10% more power- 
ful one than the contemporary Silver Shadow), 
an engine giving a much reduced level of exhaust 
emissions, a three speed torque convertor trans- 
mission (originally there was a four speed auto- 
matic gearbox with fluid coupling), improved 
handling as a result of developments in suspension 
and steering systems, improved air conditioning, 
a number of secondary safety features originally 
developed for the United States market, a cent- 
ralised door locking system, and many detail 
improvements. 

But essentially, the motor car remains the 
same and the “rightness” of the original concept 
has never been challenged. Not only is it a major 
success almost daily achieving new records for 
the marque, but also a considerable tribute to the 
foresight of those who planned and designed it 
sixteen years ago. 


CRASH TESTING FACILITY AT FACTORY FOR BUMPER BARS, 
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THE TORQUE CONVERTER 
TRANSMISSION AND GEARCHANGE ACTUATOR— 
CUT-AWAY VIEW 


MODIFICATION DATA 


" Servo Damper WTA. 48 
Squirt Hole in Conn. Rods WTA. 79 
Twin Ignition Coils 
Parkerised Tappets WVA. 5 
Hardened Push Rods 
Aluminium Bonnet WVA, 16 
Shock Absorber Screwed Inserts WVA., 41 
Heater Return Tap Deleted 
Heater Drain Tap Added WVA. 66 
Modified Horn Push Button 
Provision for 5” Dynamo WYA. 1 
Increased Synchro Cam Angles WYA. 19 

| Modified Distri. Drive Spring Ring WYA. 34 
pieuas Rocker Cover Joint WZB. 1 

ynamo 

Rocker Cover Breather WZB. 15 
Modified Clutch Thrust Race WZB. 23 
Horn Suppressor WZB. 43 
Dunlop Jacks WZB. 55 
2.4” Balance Lever WZB. 6! 
C. & A. Cylinder Head Gasket WAB. 2 
Bronze Exhaust Valve Guides WAB. 14 
Modified Coolant Pump WAB. 23 
Accelr. Countershaft Guard WAB. 25 
Servo Protection Plate WAB. 58 
Modified Core Plugs 
Extended Petrol Tank WCB. 21 

Breather 
ae Type Digi Drive 1 WCB. 26 
hort Cylinder Inserts 
Longer Upper Triangle Levers fous 3 

| Oil Caps in No. 7 Journal WCB. 41 

( Split Skirt Pistons q 
Lucas Screen Wipers 
Battery Charging Plug 
Chromium-plated Servo Plate »WDC. 1 
Rear Shock Damper Linkage | 

Modification | 
Anti-Spill Valve in Radiator WDC. 15 
13° Brake Expanders 
i’ Cylinder Studs woe. “s 
Dip and Switch Headlamps WDC. 38 
Aluminium Tappet Doors WDC. 59 
Strengthened 3rd. Mot. Shaft 

Splines WDC. 63 
84” Deflection Front Springs WDC. 76 
224° Servo Cams 3” Balance 

Levers WDC. 98 
Heater Return Tap Re- 

introduced WDC. 100 
Modified Underseat Heater 
Radiator Heated De-mister 
Square Edge Bearings, Ist and WFC. 1 

3rd Mot. Shaft 
Revised Inter-Shoe Brake 

Linkage WFC. 39 
Additional Jack Slides WFC. SO 


Portable Hand Inspection 
Lamp 
Granodised Piston Rings 


Two Speed Windscreen Wiper 

Hot and Cold De-mister 

Reduced Friction on Steering 
Connections 

Castor Angle Wedges 

Deletion of Hand Throttle Control 
(L.H. Chassis) 

Separately Housed Main Fuse 

. Solid Pins and Shield on Servo 


»WVH.L 


135 


- SILVER WRAITH 


Progressive Bump Stops 


Closer Fitting Tappets 
Graded Pistons 
Cc #” Dia. Rear Axle Bolts 
Revised Brake Linkage 
Internal Oil Feed to Distr. 
Commonised Dash 
| Modified Rear S.D. Plates 


" Trico Windscreen Washer 

Modified S.S. Tube Socket 
Modified X.S. Tube Sockets 
Revised Linkage & Rubber Grommet 


One Piece Shackle Bracket 
Reduced Speed Fan 
Keyhole Sockets on Gear Control 


One Piece Rear Brake Equ-Lever 


Modified Starter Solenoid Switch 
Aluminium Cam Wheel 

3 Bush Rear Brake Equ-Support 
Longer Boss Rear Spring Plate 


Low Rate Oil Feed to Clutch 


Modified Flywheel Clutch Bearing 
Tighter Fitting Gear Box Bushes 
Thicker R.S.D. Plates 
R.H. De-mister Inter. Scheme 
Rear Shackle Bijur Pipes Revised 
E Revised Steering Geometry 
Anti-Rumble Front Brakes 
Thicker Lipped Brake Drums 
Triple Pass R.H. De-mister (Final} 
Modified Water Pump Gland Ring 
New Type Ignition Condenser 
Steel Oil Caps on Crankshaft 
Oil Feed Adaptor Air Bottle 
Lower Bush RSD Link deleted 


3%” bore Engine 

Thickened Crankshaft Webs 

Full Flow Oil Filter 

7.50 x 16 Tyres (certain export cars 
only) 

Insulated Dynamo 

Twin Condensers 


’ Single Choke Zenith Carburettor 
Short Dwell Detent on Ist Gear 
Selector 
Repositioned Oil Gauge Conn. on 
C’case 
Stiffened Clutch Casing 


Change-over Switch in Headlamps 
Reversion to Old Type Front Wheel 
Studs 


Needle Rollers on Clutch Release 
Levers 
18.7:1 Ratio Steering 
| Taper Roller Bearings on Rear Axle 


H 


Pinion (except 12/41 Axle Ratio) 
| Parco Lubrized Tappets 


in Steering Column Gear Change 


WGC. 


WGC. 
WGC. 
WGC. 


WHD. 
WHD. 
WHD. 


44 
87 


! 
3 
8 


LWHD.12 
WHD. 31 


WHD. 


77 


LWHD.78 


WHD. 


82 


LWHD.84 


WHD. 
WHD. 
WHD. 


86 
87 
88 


LWHD.97 


1 


LWLE. 10 


JWLE. 
L 
WLE. 
WLE. 
VWLE. 
WLE. 


WME. 


WME. 
WME. 
WME. 
WME, 
WME, 
WME. 


WOF. 
WOF. 


WOF, 
WOF. 


WSG. 


WSG. 
WSG. 


3-position Heater & De-mister Switches WSG. 


WSG. 
WSG. 


6 


37 
54 


WVH.12 


WVH.43 


WVH.77 
WVH.98 
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LONG WHEELBASE CHASSIS 


’ Hot and Cold De-mister ; ’ Dynamo Type Mounting Strap 
Reduced Friction on Steering | on Starter Motor 
A Connections ane Long Stroke Starter Pinion 
Castor Angle Wedges A D Bentley Continental Type 
Needle Rollers in Clutch De-misting 
| Release Levers ALW.29 2nd Speéd Start 
Ferodo Washer and Drain Slots in 
Crankshaft Vibration Damper 
r Bentley ganaiet Fitted Sone 
arco Lubrize ‘appets W.17 7 ' : 
Delenantet hen. Opersen Springs Main Bearing Cap Studs replaced 
in Side Steering Tube BLW.39 ee Set Screws ee 
4” Longer Bonnet = ew Flanges on Exhaust Fittings 
B Increased Frontal Area Radiator Incorporation of Spherical Clevis 
Mens E Bearings to Servo Push Rod 
Cable Operated Hot and Cold  FBLW.43 ine eogan al ise “typeshagiis 
De-mister and Underseat Heater Mounting 
Hard Clay Gasket 4 peor cargo Meliage Reguigtor 
odi oltage Regulator 
five ed: Erame i a . Modified Dynamo and Regulator 
. Fitting of Inertia Ring on Flywheel CLW.24 _ Reach nut and washer to suit spot 
Dynamo Type Mounting Strap CLW.35 facing of ball joint and trunnion 
Cc on Starter Motor (R.H.) body, output shaft to propeller 
Compensator Pipe between shaft 
Front and Rear Servo CLW.37 Modified radiator bottom tank and 
Thicker 3rd Motion Shaft matrix (P.A.S.) 
| Thrust Washer GLW.40 F Introduction of 8.1 compression 
ratio 
2 Voltage regulator with Swamp 
Strengthened Jaws on Front resistance 
Brake Operating Links DLW.15 Introduction of oil deflector plate 
D Elimination of Chromium-plated for rear shock damper 
Servo Pressure Plate DLW.32 Introduction of 18.7 steering ratio 
| Aluminium Flywheel Housing DLW.40 i on left hand drive cars 


DLW.124 


ELW.18 
ELW.48 
ELW.49 
(L.C.) 
ELW.64 
ELW.87 
ELW.81 
ELW.87 


FLW.1 
FLW.20 
FLW.60 
FLW.68 
FLW.74 
LFLW.96 


WHITAKER WIRING GUIDE 
HOW TO SELECT GAUGE OF CABLE REQUIRED 


Table | has been formulated to indicate the maximum circuit length in 
before a voltage drop of 14 volt is reached in’a 6-volt system. 


EXAMPLE: 


Assume that a 6-volt lamp circuit is 23 feet in total length and requires 7.5 amperes. 


feet 


Read across the 6-volt system line (Table |) to 7.5 amperes. Then read down to the first figure in Table II that is 
greater than the 23 feet required; this figure is 24 feet. Now read directly to the left, from 24 feet (oi the same 


line), and you will find 14 gauge conductor adequate for this application. 


NOTE: 


Since this table is based on a 14-volt drop allowance, specific drops can be easily determined by the following: 


For a 4 volt drop—Divide Table | allowable lengths by four. 
For a 14 volt drop—Divide Table | allowable lengths by two. 

For a 1 volt drop—Multiply Table | allowable lengths by two. 
For a 2 volt drop—Multiply Table | allowable lengths by four. 


of TABLE | 
SYSTEM AMPERAGE LOAD IN CIRCUIT 
6 Volt 05 0.75 1 15 2. 28. 3 35 4 5 6) 25 10° ale a5 25. 50 75 100 
12 Volt 1 1.5 2 3 4 5 6 7 8 10 12 «15 20 24 + # 30 50 100 150 200 
24 Volt 2 3 4 6 8 10 #12 «#14 «+16 «20 24 «830 40 48 60 72 100 200 300 400 
TABLE II 
GAUGE ALLOWABLE CONDUCTOR LENGTH—FEET IN CIRCUIT BEFORE %4 VOLT LOSS 
20 106 70 53 35 26 21 Liz. 15 13 Mae ey ios 
18 150 +100 75 50 37 30 25 12 
16 224 #144 112 74 «56 44 37 18 
14 362 241 #42181 120 90 72 «2460 S51 36 | 30 24 18 
12 572 381 286 190 143 114 +95 81 #71 #4957 47 138 _ 28 
10 908 605 454 302 227 181 151 129 #113 90 75 60 | 45 37 30° 25 
a 1452 967 726 483 363 290 241 207 «+181 145 120 96 72{] 60 48 40 
6 2342 1560 1171 780 585 468 390 334 292 234 194 155 117 97 | 78 65 46 23 
4 3702 2467 1851 1232 925 740 616 529 462 370 307 246 185 154 123 ]102 
2 6060 4038 3030 2018 1515 1212 1009 866 757 606 503 403 303 252 201 168 
1 7692 5126 3846 2561 1923 1538 1280 1100 961 769 638 511 384 320 256 213 
0 9708 6470 4854 3232 2427 1941 1616 1388 1213 970 805 645 485 404 323 269 
2/0 12194 8127 6097 4060 3048 2438 2030 1743 1524 1219 1012 810 609 507 406 338 243 121 
3/0 15624 10413 7812 5202 3906 3124 2600 2234 1933 1562 1296 1039 781 650 520 433 312 156 
4/0 20000 13333 10000 6666 5000 4000 3333 2860 2500 2000 1666 1333 1000 833 666 555 400 200 


Wire gauge usage in shaded area not recommended for 12-volt system. 
Wire gauge usage beyond solid line not recommended for 24-voit system. 
In either case for amperage load use the next larger gauge below the shaded area or solid line. 


—Chart courtesy Whitaker Cable Corp. 


FROM THE EDITOR 


It has become my habit in writing this column 
to have a quick check through the last issue and 
list my apologies for the inevitable errors. Firstly 
in Charles Shore’s article on p. 125; I completely 
neglected to mention his good friend and fellow 
restorer of SKP 81, Alex Brown who is also 
in business at Marvalex Motors, Cabarita Road, 
Concord. Alex apparently drove Charles fairly 
hard to achieve such a standard of restoration of 
the Cloud and intends now that the car should 
carry off prizes at Bendigo!! 

John Tyley, (S.A.) drew my attention to an 
incorrect chassis number for the 20 HP on page 
93 which should read 43G7. John, being the own- 
er of 42G7 for 15 years. Hopefully he will write 
about the ear and let me have some good black 
and white photos. 

John Bull (S.A.) wrote to correct Charles 
Shore about his Tickford bodied Humber. Con- 
vertible Humbers supplied for the 1954 Royal 
Tour were apparently one or two Pullman 4 door 
carbriolets, probably by H. J. Mulliner and six 
Super Snipe 4 door cabriolets by either Mulliner 
or Thrupp and Maberly. He recalled that they 
later cost some £6,000 each when the standard 
Humbers were about £1,500 and Silver Dawns 
£5,000! John supplied the following drawings to 
illustrate. 


Pewthe Siar; 
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I am afraid that my early publication of an 
interesting historical account of the use of Rolls- 
Royce cars in the First World War from papers 
supplied by Alistair Angas (S.A.), was premature. 
Regrettably the author was more concerned with 
tactical matters than with details of his cars. 
Alistair did supply me however, with the follow- 
ing photo of the badge of the Royal Navy 
Armoured Car Division. 
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Tom Clarke has sent me a copy of his draft 
index to the RREC Bulletin for the period 1960 
to 1975; a mammoth task but carried out with 
the usual attention to detail and professional 
touch. 

Eric Barass of the RREC has written to 
advise that the Club now has the original chassis 
cards from 1907 to the end of the Silver Cloud 
III series. Copies of Post War Car cards will soon 
be available in the same manner as pre war car 
ecards are avuilable at present. This service is 
available as a reciprocal measure to members of 
this club. Requests should be addressed to G. 
Jessop, The Gate, Old Harrowden Bedford, Eng- 
land, quoting the chassis number and enclosing 
a draft for £1 per car. 

The RREC has also established a register 
of cars under restoration and can put members in 
touch with people carrying out similar restorat- 
ions. For information on this service write to 
the RREC (see page 92 for address). The Club 
has also produced copies of the 20 HP (1924 and 
the 1928 Supplement) which are available to 
RROC of A members. 


The following listings were compiled in England in 
October 1975 by Justin Scott Douglas and mislaid. They 
are still of interest however and published for the general 
interest of members, 

THE VINTAGE TRANSPORT ENTHUSIASTS’ CLUB 
AUCTION. 
The Great Hall, Alexandra Palace, 
Wood Green, London N22. 


LOT 1 1948 MK V1 Bentley. B123 BG. £600 
In running order, 

LOT 2 1956 SI Bentley B409CM. £870 
Average for age. passed in. 

LOT 3 1938 R-R 25/30 GMP 26 £3050 
Hooper Sports Saloon. passed in. 
Good condition, runs well. 

LOT 4 1926 R-R 20 hp. 60K 52. £2875 
Thrupp & Maberly saloon. 
Good average condition. 

LOT 5 1936 Bentley 4% litre B120K. £4625 
Thrupp & Maberly sports saloon. 
Concours condition. Completely restored. Could 
not be faulted. Very pretty. 

LOT 6 1926 R-R PI. No Chassis No. available 
All weather tourer by Park Ward. 
Completly original including tyres (straight 
sided) passed in. £12,500 

LOT 7: 1959 SI Bentley. B159FD. £1700 
Good average condition. 

LOT 8: 1933 R-R 20/35 GULZ 25 £2600 
D Back touring limousine by passed in. 


Barker, “Mechanically excellent” Body original. 


LOT 9 1954 R-R Silver Dawn SHF2. £4200 
James Young Saloon, passed in. 
Not as attractive as some JY coachwork. 
Good condition. 

LOT 10 1964 R-R Cloud III SGT573C £5500 
2 door saloon by Mulliner/Park Ward, not 
sold. Average condition. 

LOT 11 1939 Bentley 41 litre B36 MR. £1450 
Sports Saloon by Arthur Mulliner. 

Stripped to bare metal. 
Quite good condition, 

LOT 12 PII didn’t arrive. 

LOT 13 1937 43 litre Bentley B143 JY £2050 
Very good mechanically. passed in. 
Park Ward Saloon. In good average condition. 

LOT 14 1937 R-R Phantom III 3 AZ 226. £2550 
Limousine by Hooper. 

In running order, 

LOT 15 1955 R-R- Silver Dawn STH 59. £2550 
Owner driver saloon by Hooper. passed in. 
Not bad condition. A little rust, rear wheel 
covers not on car. 

LOT 16 1928 44 litre Bentley XL 3107. £4500 
Rebodied in 1952, 2 seater. 

Appears to be in good average condition. 

LOT 17 1964 S3 Bentley B4FG £2750 
Good Condition. passed in. 

LOT 18 1935 3: litre Bentley B14 DGI £2000 
Airline saloon by Park Ward. 

Good mechanical condition. Body needs 
painting, otherwise quite good. 

LOT 19: 1961 SI Bentley Continental. £3350 
Flying Spur by H. J. Mulliner passed in. 
In good condition. 

LOT 20: 1964 S3 Bentley Continental BC 156 XC £3500 
Mulliner/Park Ward 2 door saloon. 

Good condition. withdrawn. 

LOT 21: 1927 R-R 20 HP GUS26 £2800 
Chassis in concour condition. passed in. 
Quaint Replica Body. 

Auctioneer indicated reserve was in the region 
of £10,000 and said “you get one every sale.” 

LOT 22: 1933 R-R 20/25 GTZ 65 £3250 
Replica Tourer. 

Good condition. 
Very pleasant appearance. 

LOT 23: 1964 R-R Cloud III Continental £7100 
Mulliner/Park Ward drop head (by an Americ- 
an). In average condition. passed in. 
“Noisy tappets when cold,” 

“One electric window needs new motor.” 
Repainted white. 

LOT 24: 1929 R-R PI £5650 

Limousine. passed in. 


Good average condition. 
Exchange rate at time of Auction £1 = Aust. $1.60. 


BILL COBURN 
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SILVER GHOST CHASSIS No. 1910E 


This 1912 40-50 h.p. which I owned between 
1960 and 1970 was described in an article in the 
Summer 1960-61 issue of ‘“Praeclarvm” at p. 
29-80. As some of the more recent members do 
not have the earlier editions, I have re-written the 
article and also brought it up to date. 

Letters from Rolls-Royce Limited, which I 
handed on to the late Jack Jeffery when I sold 
the car to him, indicate that 1910E was delivered 
from the Derby works on 15th May, 1912 and was 
then fitted with a Limousine-Landaulet body. Mrs 
A. 8. Austin of “Greenvale,” Willaura, Victoria 
was the first owner until 1917 and then for many 
years it was owned by Mr F. D. Michaelis. 

His son, Sir Archie Michaelis, remembered 
the Silver Ghost when he was a boy and learning 
to drive. One day he started the car and drove it 
through the rear wall of the garage. As I dis- 
covered later, the front cross tube was damaged 
and was repaired by sawing off the centre section 
and butt welding a new tube into position. Sir 
Henry would not have approved of this, and so 
a new tube was made and the old fittings trans- 
ferred to it in 1966. 

The letter which I received from Rolls-Royce 
Ltd., was obviously from a different department 
than that which held the micro-film chassis 
records showing that 1910E was delivered on 
15th April 1912. ‘‘Nickel fittings changed to brass” 
is quite correct in that 1910E still has its rare 
brass radiator instead of the German silver and 
the micro-film reference to Dunlop wire wheels 
is unlikely to have been correct. But perhaps they 
were changed to artillery wheels between April 
and May 1912, before final delivery. 

In the 1950’s this car and also the derelict 
1909 No. 60922 (subsequently restored by the late 
Harry Markoff), were owned by Carden Rofe 
and were parked in the open in the backyard of 
a house in Riversdale Road, Camberwell, Victoria. 
The cars were surrounded by firewood and chick- 
ens. In 1960 1910E had been owned by foundation 
R.R.O.C. member Keith Gardiner for several years 
and I bought it from him. At this stage it had 
artillery wheels and an ugly saloon body of about 


THE FIRST SCBATCH— 


AND THE LAST. 


1923 vintage, built by Martin & King. It did not 
fit properly at the back and you could see the 
indentations made on the body to fit a much wider 
chassis. All the woodwork and upholstery had 
rotted away. Restoration was commenced immed- 
iately by dismembering and removing the body. 

It was decided to build a sports tourer body 
as a replica of the London to Edinburgh model. 
Measurements and curves were taken from Val 
Stocks’ original Holmes coachwork on 1826E and 
many photographs and publications were studied 
in order to work out the details. 


Bert Ward was given this factory phato taken at Hythe Road of the 
first Silver Ghost and the first Silver Cloud. 


The coachwork was built by Doug Horner, 
a foreman body-builder who made the woodwork. 
and Sid Ward, master panel beater, who wheeled 
and fitted the aluminium panels to the body and 
made the steel mudgards. Joe Cranwell, an old 
time upholsterer, came back from retirement to 
make half diamond-buttoned upholstery in dark 
blue leather and the hood in black fabric. The 
coachwork and upholstery were excellent and all 
went well except for the mudguards, the steel of 
which was too thin for the long sweeping guards. 
These were subsequently remade in 16 guage 
steel. A three position folding windscreen was 
designed from various photographs and was fab- 
ricated by a welding engineer. The body and mud- 
guards were hand painted so as to comply with 
the Veteran Car Club conditions for concourse 
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lan Maxted’s 1933 20/25 HP GHA 12 with Western Australia TV 
Mason. 


personality, Claude 


The wooden artillery wheels were in a sad 
state and the rear wheels had been converted to 
take 20” truck tyres instead of beaded edge 895 
x. 135 m.m. tyres. Three new beaded edge rims 
would have been required for authentic restorat- 
ion and these were just not available. The hubs 
were therefore replaced by the Dunlop splined 
type (first introduced in 1912) and the wheels 
were replaced with 23” Dunlop wire wheels and 
600 x 23 tyres. At the same time 1914 type 17” 
diarneter brakes were fitted on the rear axle with 
the original mechanical handbrake on the internal 
drums. The foot brakes were converted to 


hydraulic with internal wheel cylinders operating 
the mechanical linkage of the shoes for the outer 
drums. The original foot operated transmission 
brake was slackened off so that it could still be 
adjusted up for emergency use in a matter of 
minutes. 


A gathering of some N.S.W. cars at Braidwood in 1974. 


Mechanical restoration began in 1960, con- 
sisting of expanding the aluminium pistons and 
fitting new rings and gudgeon bushes and re-- 
metalling the big end bearings. In this condition 
1910E won the Federal Concourse d’Elegance in 
1964. The car also took part in every Federal 
R.R.O.C. rally up until 1969, when I had moved 
to Perth. Many thousands of miles were covered 
in attending the Adelaide Sporting Car Club 
Rally in 1960, the London to Edinburgh Com- 
memoration run via Griffiths N.S.W. in 1961, and 
the National Rally through Albury, Melbourne, 
Mt. Gambier and Adelaide in 1965. 


A New Zealand car 1934 20/25 HP, owner/driver Sports Saloon by 


Thrupp and Maberly. Chassis GKC 15, Engine Q-7-C. 
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1 was still not satisfied with the mechanical 
condition of 1910E which developed a massive 
transmisson vibration at 45 mph and over. Kellow- 
Falkiners, under the supervision of Clarrie Gronn, 
investigated the whole of the transmission, clutch, 
gearbox, universal joint, tail shaft, differential 
and rear axle, replacing all the worn bearings 
but without much effect on the vibration. Finally 
the motor was taken down, rebored and the crank- 
shaft ground and the whole crankshaft unit from 
vibration damper in the front to the flywheel and 
clutch in the rear were electronically balanced 
and found to be correct. But when the reciprocat- 
ing parts were weighed, one big end assembly was 
3 ozs. out of balance. When this was rectified by 
maching off surplus metal to equal the weight 
of the other connecting rods, the vibration was 
greatly reduced to an acceptable level. 

1910E was originally a standard type of 1912 
chassis with three quarter elliptic springs in the 
rear. However, with L to E replica body and by 
fitting a large diameter L to E carburetter and 
L to E type rear bonnet catches, 1910E was close 
to being a true replica of the original London to 
Edinburgh model No. 1701 of 1911. 

After Jack Jeffery purchased 1910E in 1970, 
he completed the transformation by removing the 
three quarter elliptic springs, making appropiate 
modifications to the spring fittings on the rear 
axle housing and the chassis and by installing 
underslug cantilever springs. 

A new polished aluminium bonnet has been 
fitted and the paint work redone, so that 1910E 
should now be a worthy representative of the 
Rolls-Royce Owners Club of Australia in the 
Paris to New York 12,000 mile veteran car tour of 
1976, in which it has been entered by the present 


owner Peter McGrath. 
FRED ROBINSON 


R.R. 98/30 (10H) (S.L. 148, 27--8-23) G. 3307 


RADIATOR AND FITFINGS. 


Chassis. OO“ Ce ae Series.......: >) : raneawendes anaes eis 
L.O.P.. a AAEM vanes 


Inspected 7“? me ee” . Date.. EZ » fe F.. 


Bin bef we 
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SAMPLE CHASSIS CARD 


Direct subscriptions are available from the Editor (see masthead) at 
an annual rate of $10.00 posted surface mail anywhere in Australia. 


EDITOR’S NOTE 
Contributions are invited dealing with Rolls-Royce and Bentley products 
or associated material. Photos should be black and white gloss prints. 
All references to cars should include the chassis numbers. Whilst every 
care is taken to check information published, no responsibility can be 


Bob MacCulloch demonstrated the roof mechanism on 20 HP 43 G7 as 
fitted to the Salmons body, The handle for actuating ihe folding 


i accepted for errors. 
mechanism can be seen at the extreme left rear of the body. # 


ELECTRIC SELF STARTERS FITTED TO 
VETERAN SILVER GHOST CHASSIS. 


In Praeclarvm page 112, my friend Gavin 
Sandford Morgan writes about the fittings of 
self starters to veteran Silver Ghost Chassis as 
his chassis 1914 Alpine Eagle 34 LB has a Rolls- 
Royce Lucas C.A.V. type of self starter fitted. 

The article on page 86 is interesting, as 
Dalgety & Co. and Abbleby and Ward fitted a 
large number of Bosch 12/12 starter motors to 
veteran Silver Ghost Chassis. It was first decided 
to fit the starter motor into the chassis frame on 
the rear side near where the fuel pressure relief 
valve is fitted. A pattern was made for a bronze 
casting to fit into the chassis frarne to carry the 
Bosch Starter Motor. A ring gear was fitted to 
the clutch ring part of flywheel which required 
fitting longer studs to the flywheel. At the same 
time we fitted an oil retaining cover to the out- 
side of the clutch rings, as fitted to the Post 
War I Ghosts for retaining the oil for the clutch 
fabric. 

The Bosch 12/12 starter motor was fitted 
with a small bronze pinion and a small push 
button switch was used to operate the starter. 
It operated somewhat similar to the Phantom II 
starter, in that when the push button was operat- 
ed, the necessary power was passed into the 
starter motor to slide the starter pinion on the 
armature into contact with the flywheel ring 
gear. Once the gear was fully meshed, full power 
would be given to the starter motor to start the 
engine. The Phantom II and III had a similar 
operation, except that the armature of the start- 
er motor on these two models slid into the ring 
gear. This brought 2 silver contacts together in 
the starter motor which switched the full power 
to the motor. 

The Bosch 12/12 starter motor and the fitt- 
ing of it was very cheap in comparsion to the 
Rolls-Royce cum Lucas CAV modified self starter 
system and I would say just as good. 

The Rolls-Royce, Lucas, CAV, starter mod- 
ification for fitting to a veteran, was more or less 
described in my article on Silver Ghost 38 RB 
published first in N.S.W., London and Derby and 
reprinted in Praeclarvm 75-1. 

After the end of World War I, Rolls-Royce 
worked with C.A.V. and Lucas who at the end 
of World War I had amalgamated. All Rolls-Royce 
ears prior to 1919 with an electrical system were 
fitted with CAV generators, head, side and tail 
lights and CAV switch boxes. In 1919 the Lucas 
Generator and Switch Box were standard but for 
the first few chassis some were supplied with 
CAV head, side & tail lights and some Lucas. One 
chassis I know well, 75 AE, had CAV fittings 
but a Lucas generator and switch box. This was 
one of the first 3 chassis to arrive in Sydney, is 
still complete in Brisbane and owned by Peter 
Gargett. 

The Rolls-Royce modification did require a 
new lower engine sump, on which was cast at 
the rear end of off side, the necessary bracket 
to carry a self starter motor under the steering 
box. Of the three I fitted, to chassis 38 RB 2018 
and 2583, two were Lucas and one CAV although 
they were all the same. 
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The operating switch for this type of starter 
was foot operated and fitted into the centre of 
the dash board or firewall. It had three stage 
operation in that the first operation allowed the 
armature and pinion to slide into mesh with the 
flywheel teeth, next a pause and the last stage 
gave the full current to the starter motor. The 
Bosch 12/12 with the small press button switch 
was a much simpler switch to operate, and to 
fit. To fit the Rolls Royce Lucas CAV self start- 
er modification it required the new lower half of 
engine sump as described a new flywheel with 
ring gear fitted, a new three contact Ignition 
switch to the bottom of the steering box and the 
trembler coil was replaced with a non tembler coil 
and ballast resistance. A new rotor for the batt- 
ery ignition distributor, a new low tension contact 
point cover with condensor, a new distributor 
control arm, to give the battery ignition more 
movement or advance was also required. When 
the ignition lever was on early or advance the 
timing of the magnetic and battery ignition 
would be synchronized, the same as the Post 
World I Silver Ghost. This was an expensive 
modification to fit in comparison to the Bosch 
12/12 system which in my opinion was the better 
of the two. Of the three chassis I fitted the Rolls- 
Royce system to 38 RB has dissappeared, 2583 
is owned by F. Palfreyman and 2018 is for sale 
in Victoria. This chassis was originally owned by 
Dr Frank Tidswell of Macquarie St. Sydney and 
the last owner in Sydney as a chassis was John 


Andrew. 
BERT WARD. 


EARLY DAYS AT ROLLS-ROYCE, 
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Make - ROLLS-ROYCE Type - Silver Cloud Ill 6,230 c.c. 
Manufacturers : Rolls-Royce Ltd., 14-15 Conduit Street, London, W.1 Front engine, rear-wheel drive 


Test Conditions MAXIMUM SPEEDS AND ACCELERATION (mean) TIMES 


Weather ... Dry and bright, with 8-15 m.p.h. wind 
Temperature ... 19 deg. C. (66 deg. F.). Barometer 
29-6in. Hg. 


TIME IN SECONDS 
0 kK 10 15 20 25 30 35 40 45 50 55 60 


Dry concrete and tarmac surfaces ia [ neo 
Weight 90 ‘gs 
Kerb weight (with oil, water and half-full fuel rank) r 
40-9cewt (4,5781b-2,080kg) @0} 
Front-rear distribution, per cent F. 50:6; R, 49-4 i "90 
Laden as tested ......... 43-9ewt -(4,914lb-2,229kg) 70 
Turning Circles € al 100 = 
Between kerbs ......... L, 43ft 4in.; R, 4lft [Oin. ee ~ 
Between walls ......... L, 45ft 3in.; R, 43ft 10in. 9 a a 
Turns of steering wheel lock to lock ............ 43 & 80 os 
5 . 
= = 


Performance Data 


GEAR m.p.h. 


Top gear m.p.h. per 1,000 r.p.m. ......sseseee 27-8 i ; 
Engine revs. at mean max. speed ... 4,160 r.p.m. 30 TOP (mean) 115°8 1863 
(best) 1170 1883 40 
FUEL AND OIL CONSUMPTION 20 3rd: 72 116 


2nd: 40 64 
Ist: 25 


TRUE SPEED h.p.h. 


50 60 70 80 90 100 110 120 130 140 150 160 
i ‘ ' l L i i 1 


= 
= 
35 
2s aes 
9 30 4 35 54 77 108 142192 254 342 rme in seconds 
— = 
== i 
3 ast i 0 30 40 50 60 70 80 90 100 TRUE SPEED mph. 
5 == 2 § 30 40 50 60 69 79 88 99 CAR SPEEDOMETER 
3 20 =e 14 = 
o° K+4 2 
S 4 5 Speed range, gear ratios and time In secands 
2 3 +—4 ae m.p.h. Top 3rd and 
= ne (3-08 to 1) (4-46 to 1) (8:10 to 1) 
= as 10—30 — oe ee} 
10 28 20—40 —_ 49 31 
30—50 7-9 49 3-8 
40-—60 8-0 5-4 — 
30 r 50—70 85 63 
TRUE SPEED mp.h. 60—80 9:5 _ -_ 
70—90 11-7 — — 
RUEL &.onctstsancavs Super premium grade 80—-100 15-0 - - 
(100 octane RM) 
Test Distance .............0000 1,377 miles a anaes aa eee: 
Overall(CongHi ReaD: opis Nes OPE. BRAKES Pedal Load Retardation Equiv. distance 
Normal Range .................5 11-17 m.p.g. (from 30 m.p.h. 25Ib 0-28g 107ft 
ig P-8. 
(25-7-16°6 litres/100 km.) in neutral) 50Ib O7lg 42ft 
OIL: SAE 10W/30 ... Consumption negligible 75\b 96g 31-3ft 
_ es Handbrake 0-14g 213ft 


HILL CLIMBING AT STEADY SPEEDS — ee 
Switch 2 SPEED WIPERS MAP & 
clock LAMPS ' s SCREENWASH CAPS 


AMMETER 
x 


TEMPERATURE » — —— YH ANOBRAKE 
ll Sy WARY 
OIL PRESSURE |™ 
GAUGE ~ ~ 
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ASH 
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VENTILATION 
DIRECTOR — 


MAX. GRADIENT FER CENT 


|. CHARGING 
SOCKET 


—_ 
. VENTILATOR 
™_ REAR 
~ DEMISTER 


GEAR Top 3rd 2nd 
PULL 


Ib perton) 280 410 690 bss \\ 
peed range j = Ga. Ss 
(m.p.h.) 35-55 3846 28-34 3 bapa 
ena / weaTeR ‘ ] IGNITION | ASH TRAY \ DIPSWITCH \ 2 ceo. 
TV 
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ROLLS-ROYCE GIFT TO DOCTOR 


In 1915 the Alexander Brothers comprising 
mother, two sons, two daughters were large 
cattle breeders of Bulga, near Singleton N.S.W. 
They took delivery of the last Silver Ghost to 
arrive in Australia after the start of World War 
I, chassis No. 17 CB. The car had a Barker Tour- 
ing Body and the eldest son Charlie was the only 
driver. The only road north in those days was 
via Wisemans Ferry, St. Albans, Wollombi and 
then into Singleton. If you wanted to get to New- 
castle it was necessary to travel towards the 
coast via Maitland. The road via Wisemans Ferry 
was a night mare, people did not travel to Sydney 
often therefore we seldom saw 17 CB. The mother 
passed away and they moved to Patterson. This 
property was named “Tocal,’’ and had a lovely 
large 2 storey house with elevator for the sisters. 
They took delivery of a Post War Silver Ghost 
33 NK in 1923 which had a hard top Barker 
Touring Body fitted and steel Dise wheels. The 
disc wheels were fitted as they had trouble with 
broken spokes on Dunlop wheels on 17 CB. The 
cause of this was mainly due to Charlie, 
who was a speed driver and with the condition 
of the roads, no wire wheel could stand the strain. 
The disc wheels unfortunately were no better and 
cracks soon developed. By this time the sisters 
were getting on in years, as were Charlie and 
his brother. 

When they came to Sydney in the early days, 
they always stayed at the Old Hotel Metropole, 
near the Quay, and later they moved to the Hotel 
Sydney which was near Central Railway station. In 
1924, with Sydney traffic increasing, Charlie was 
not too sure of himself driving into the Big City, 
so I had to meet him on the other side of Parra- 
matta when they came to Sydney and drive the 
car to their Hotel. We kept the car at the service 
station till their return. However one of the sisters 
was not in the best of health and spent a lot of 
time in Lewisham Hospital and of course any visit 
to the hospital I had to drive. In 1929 they pur- 
chased one of the last Phantom I cars 73 KR, 
which had a 5 seater saloon body by Windover. 
By this time one sister had passed on. This car 
in the early stages had to travel over the Wise- 
mans Ferry Rvad, and still I had to pick them 
up and deliver them back to the other side of 
Parramatta. Then the New Highway, via Gosford 
and Hawkesbury opened so I had to pick them 
up at Hornsby and deliver them hack, and as the 
Harbour Bridge was not finished, it was then 
necessary to travel by punt between Sydney and 
Milsons Point. The two men always dressed neat- 
ly, but as for the sisters, they dressed as though 
they were broke; They looked terrible. The re- 
maining sister started to get sick about 1933 and 
visited a doctor in Newcastle named Dr Gardiner. 
They drove to Newcastle and parked the Rolls- 
Royce and walked to the Doctors Surgery. Due 
probably to the appearence of the woman, Dr 
Gardiner would not take any payment. This went 
on for a long period, Dr Gardiner insisting that 
she need not pay. In 1934 the Alexanders pur- 
chased a Phantom II 5 seater saloon body by 
Park Ward, chassis No. 173 RY and soon after 


they took delivery of this car, they decided that 
as Dr Gardiner would not take payment, they 
would buy him a Rolls-Royce car. So they ordered 
a 7 passenger saloon bodied Phantom II, chassis 
No. 159 TA, one of the last P II to come to Aust- 
ralia. This was given to Dr Gardiner; it was a 
big car weighing 54 ewts! Soon after, the sister 
passed on and then the brother died, which left 
Charlie. I still had to drive him, and the last time 


he came to Sydney he left the car with me and 
went to Melbourne by train to stay with some 
relative. On his return I collected him with his 
relative at Central Railway Station and drove 
them home to “Tocal.” He was a sick man and 
did not drive to Sydney again. Silver Ghost 338 
NK was given to the British and Foreign Bible 
Society in 1930 and 73 KR was left in a shed at 
“Tocal” where the fowls used to roost on it. 
It was never started or moved until they had a 
smash with 173 RY and 73 KR was moved to be 
made roadworthy, while 173 had a new chassis 
frame fitted. To get 73 KR in running order it 
had to be rebored as the engine was full of rust 
and seized. 

When Dr Gardiner sold the Phantom II it 
was purchased by a Hugh Austin of Northern 
N.S.W. As it was such a large and heavy car 
he decided to alter it to reduce the weight. He 
did this as seen by the photo’s and reduced the 
weight by 3 cwts. It also improved the appear- 
ence. I regret not having a photo of the original 
body 17 CB. 


BERT WARD 


The only way to clean a chassis properly, turn it upside down! 
The Editor's Silver Down SDB 94. 


And being reborn. 


95% COMPLETE TOOL KIT 
PETER SHIELDS' 1923 20 HP 5987 
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